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(57) ABSTRACT

There is provided an electric power steering system that
makes it possible to reduce an uncomfortable feeling given to
a driver even when a detected steering torque value is held.
The controller computes a detected steering torque value
based on the detection signal, and provides compensation
based on a compensation value to a basic current command
value to compute a current command value. The controller
executes feedback control for causing a current value of the
motor to follow the current command value. The controller
executes normal control in which the detected steering torque
value is periodically updated and backup control in which
periodic updating of the detected steering torque value and
holding of the detected steering torque value are alternately
executed. The controller switches compensation value
between a compensation value used during execution of the
normal control and a compensation value used during execu-
tion of the backup control.

16 Claims, 12 Drawing Sheets
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1
ELECTRIC POWER STEERING SYSTEM

INCORPORATION BY REFERENCE

The disclosure of Japanese Patent Application No. 2013-
178491 filed on Aug. 29, 2013 including the specification,
drawings and abstract, is incorporated herein by reference in
its entirety.

BACKGROUND OF THE INVENTION

1. Field of the Invention

The invention relates to an electric power steering system
that assists a vehicle steering operation.

2. Description of the Related Art

A conventional electric power steering system that assists a
vehicle steering operation is described in Japanese Patent
Application Publication No. 2011-203091 (JP 2011-203091
A). The electric power steering system includes a torque
sensor and a controller that controls driving of a motor. The
torque sensor includes a Hall IC and a magnetic circuit that
applies magnetic flux corresponding to steering torque
applied by a driver to the Hall IC. In the electric power
steering system, when the steering torque varies in response
to a driver’s steering operation, the magnetic flux applied
from the magnetic circuit to the Hall IC of the torque sensor
varies. Thus, a detection signal corresponding to the steering
torque is output from the torque sensor. The controller com-
putes the steering torque on the basis of the detection signal
from the torque sensor, and computes an assist command
value on the basis of the detected steering torque value. Then,
the controller controls driving of the motor to cause a torque
output from the motor to follow the assist command value.

The electric power steering system described in JP 2011-
203091 A includes a magnetic field generator that periodi-
cally applies a magnetic field to the torque sensor, aside from
the magnetic circuit. When a magnetic field is applied to the
torque sensor through the use of the magnetic field generator,
the controller determines whether a signal based on the
applied magnetic field is output from the torque sensor. When
the signal based on the applied magnetic field is not output
from the torque sensor, the controller determines that a mal-
function has occurred in the torque sensor. The controller
detects the steering torque on the basis of the detection signal
from the torque sensor immediately before the magnetic field
is applied to the torque sensor from the magnetic field gen-
erator, and the controller holds the detected steering torque
value during a period in which the magnetic field is generated
from the magnetic field generator.

In some electric power steering systems, a compensation
value is computed based on, for example, a torque differential
value, which is a first-order time differential value of the
detected steering torque value, or an angular velocity of a
motor, and compensation is provided to an assist command
value based on the computed compensation value in order to
improve the stability of a control system and the steering feel
(refer to, for example, Japanese Patent Application Publica-
tion No. 2006-131191 (JP 2006-131191 A) and Japanese
Patent Application Publication No. 2009-269540 (JP 2009-
269540 A)).

As in the electric power steering system described in JP
2011-203091 A, when periodic updating and holding of the
detected steering torque value are alternately executed, the
characteristics of the control system are switched between the
state where the detected steering torque value is periodically
updated and the state where the steering torque is held, and
thus the control system is likely to be unstable. If the control
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system is unstable, for example, vibrations are generated in a
steering mechanism due to the assist torque. This may give an
uncomfortable feeling to the driver.

SUMMARY OF THE INVENTION

One object of the invention is to provide an electric power
steering system that makes it possible to reduce an uncom-
fortable feeling given to a driver even when a detected steer-
ing torque value is held.

An electric power steering system according to an aspect of
the invention includes:

a motor that applies assist force to a steering mechanism of

a vehicle;
a torque sensor that outputs a detection signal correspond-
ing to a steering torque applied to the steering mecha-
nism; and
a controller that controls driving of the motor to cause an
output torque of the motor to follow an assist command
value.
The controller
computes a detected steering torque value on the basis of
the detection signal, and provides compensation to a
basic assist command value based on the detected
steering torque value with use of a compensation
value to compute the assist command value,

switches control mode between first control in which
driving of the motor is controlled based on the
detected steering torque value that is periodically
updated continuously in a predetermined sampling
cycle and second control in which driving of the
motor is controlled based on at least a held detected
steering torque value while a period in which the
detected steering torque value is periodically updated
and a period in which the detected steering torque
value is held are alternately repeated, and

switches the compensation value between a compensa-
tion value used when the first control is being
executed and a compensation value used when the
second control is being executed.

According to the above aspect, the compensation value is
changed when a switchover is made between the state where
the controller periodically updates the detected steering
torque value continuously and the state where periodic updat-
ing of the detected steering torque value and holding of the
detected steering torque value are alternately executed. That
is, when the state is switched the state where a control system
is likely to be unstable, the compensation value is changed to
ensure the stability of the control system. Thus, it is possible
to suppress vibrations of the steering mechanism due to assist
torque. As a result, it is possible to reduce an uncomfortable
feeling given to a driver.

BRIEF DESCRIPTION OF THE DRAWINGS

The foregoing and further features and advantages of the
invention will become apparent from the following descrip-
tion of example embodiments with reference to the accom-
panying drawings, wherein like numerals are used to repre-
sent like elements and wherein:

FIG. 1 is a block diagram illustrating the schematic con-
figuration of an electric power steering system according to a
first embodiment of the invention;

FIG. 2 is ablock diagram illustrating the configuration of a
controller of the electric power steering system according to
the first embodiment;
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FIG. 3 is a block diagram illustrating the configuration of a
current command value computing unit of the controller
according to the first embodiment;

FIG. 4 is a map used to compute a basic current command
value I1* in the controller according to the first embodiment;

FIG. 5 is a gain diagram indicating the filter characteristics
of a filter unit that executes a filtering process on a torque
differential value in the controller according to the first
embodiment;

FIG. 6 is a block diagram illustrating the configuration of a
torque differential compensation unit of the controller
according to the first embodiment;

FIG. 7 is a map used to compute a damping compensation
value I13* in the controller according to the first embodiment;

FIG. 8 is a timing chart illustrating transition in the voltage
supplied to a sensor IC, and transition in an output from the
sensor IC in the torque sensor according to the embodiment;

FIG. 9 is a timing chart illustrating graph A: transition in
the voltage supplied to the sensor IC, graph B: transition in the
state of the sensor IC, graph C: transition in the set state of a
first flag F1, graph D: transition in the computation state of a
torque computing unit in the electric power steering system
according to the first embodiment;

FIG. 10 is a flowchart illustrating the procedure of a pro-
cess for switching the filter characteristics of the filter unit,
which is executed by the controller according to the first
embodiment;

FIG. 11 is a flowchart illustrating the procedure of a pro-
cess for switching the compensation value computation
maps, which is executed by the controller according to the
first embodiment;

FIG. 12 is a block diagram illustrating the configuration of
a current command value computing unit of a controller in an
electric power steering system according to a second embodi-
ment of the invention; and

FIG. 13 is a map used to compute a steering return com-
pensation value 14* in the current command value computing
unit according to the second embodiment.

DETAILED DESCRIPTION OF EMBODIMENTS

Hereinafter, a first embodiment of the invention will be
described with reference to the accompanying drawings. As
illustrated in FIG. 1, an electric power steering system 1
according to the present embodiment includes a steering
mechanism 2 that steers steered wheels 4 in response to a
driver’s operation of a steering wheel 20, and an assist mecha-
nism 3 that assists the driver’s steering operation.

The steering mechanism 2 includes a steering shaft 21,
which serves as a rotary shaft of the steering wheel 20, and a
rack shaft 23 disposed at a lower end of the steering shaft 21
and connected to the steering shaft 21 via a rack-and-pinion
mechanism 22. In the steering mechanism 2, when the steer-
ing shaft 21 rotates in response to the driver’s operation of the
steering wheel 20, the rotation of the steering shaft 21 is
converted into a linear reciprocating motion of the rack shaft
23 inits axial direction by the rack-and-pinion mechanism 22.
The linear reciprocating motion of the rack shaft 23 is trans-
mitted to the steered wheels 4 via tie rods 24 connected to
respective ends of the rack shaft 23. As a result, the steered
angle of the steered wheel 4 is changed and thus the travelling
direction of the vehicle is changed.

The assist mechanism 3 includes a motor 30 that applies
assist force (assist torque) to the steering shaft 21. A brushless
motor is used as the motor 30. The torque output from the
motor 30 is transmitted to the steering shaft 21 via a speed
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reducer 31, so that the assist torque is applied to the steering
shaft 21 to assist the steering operation.

The electric power steering system 1 is provided with vari-
ous sensors that detect an operation amount of the steering
wheel 20 and state quantities of the vehicle. For example, the
steering shaft 21 is provided with a torque sensor 6. The
torque sensor 6 has two sensor ICs 60, 61, which serve as
detectors that detect a steering torque applied to the steering
shaft 21 by the driver’s steering operation. The torque sensor
6 has a redundant design structure in which a plurality of
sensor ICs is provided. The sensor ICs 60, 61 have the same
structure, and each output a voltage signal corresponding to
the detected steering torque as a detection signal St. The
sensor ICs 60, 61 each output a malfunction diagnosis signal
Sdhaving a predetermined waveform, instead of the detection
signals St, when power supply to the sensor ICs 60, 61 is
started.

The vehicle is provided with a vehicle speed sensor 7. The
vehicle speed sensor 7 detects a travelling speed of the
vehicle, and outputs a voltage signal corresponding to the
detected vehicle speed as a detection signal Sv. The motor 30
is provided with a rotation angle sensor 8. The rotation angle
sensor 8 detects a rotation angle of the motor 30 and outputs
avoltage signal corresponding to the detected motor rotation
angle as a detection signal SO. The signals output from the
sensors 6 to 8 are input into a controller 5. The controller 5
controls driving of the motor 30 on the basis of the signals
output from the sensors 6 to 8.

As illustrated in FIG. 2, the controller 5 includes a drive
circuit 50 that supplies driving electric power to the motor 30,
and a microcomputer 51 that controls driving of the motor 30
through the use of the drive circuit 50. The drive circuit 50
converts DC power from a power source into three-phase AC
power on the basis of a control signal Sc (PWM drive signal)
from the microcomputer 51, and supplies the three-phase AC
power to the motor 30 via three-phase power supply lines WL.
A pulse width modulation (PWM) signal is used as the control
signal Sc. Each of the three-phase power supply lines WL is
provided with a current sensor 52. In FIG. 2, for the purpose
of convenience of explanation, the three-phase power supply
lines WL are collectively illustrated as one power supply line
WL, and the three-phase current sensors 52 are collectively
illustrated as one current sensor 52. The current sensors 52
detect three-phase current values, which are values of three-
phase currents flowing through the power supply lines WL,
and output voltage signals corresponding to the detected
three-phase current values as detection signals Si to the
microcomputer 51.

Various signals output from the sensors 6 to 8 and 52 are
input into the microcomputer 51. The microcomputer 51 gen-
erates the control signal Sc on the basis of the various signals
output from the sensors 6 to 8 and 52. The microcomputer 51
executes PWM drive control on the drive circuit 50 by out-
putting the control signal Sc to the drive circuit 50, and thus
drives the motor 30.

Next, the drive control on the motor 30, which is executed
by the microcomputer 51, will be described in detail. The
microcomputer 51 includes a plurality of computing units 70
to 73 that compute detected values of various state quantities
on the basis of the detection signals output from the sensors 6
to 8 and 52. The torque computing unit 70 computes a
detected steering torque value T on the basis of the detection
signals St output from the torque sensor 6. In the present
embodiment, the positive and negative signs of the detected
steering torque value T are defined such that a steering torque
of the steering wheel 20 in the right steering direction is
expressed by a positive value and a steering torque of the
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steering wheel 20 in a left steering direction is expressed by a
negative value. The vehicle speed computing unit 71 com-
putes a detected vehicle speed value V on the basis of the
detection signal Sv output from the vehicle speed sensor 7.

The motor rotation angle computing unit 72 computes a
detected motor rotation angle value Om on the basis of the
detection signal SO output from the rotation angle sensor 8. In
the present embodiment, the positive and negative signs of the
detected motor rotation angle value 6m are defined in the
following manner. The state where the steering wheel 20 is at
a neutral position is used as a reference state, and a rotation
angle of the steering wheel 20 in the right steering direction is
expressed by a positive value and a rotation angle of the
steering wheel 20 in the left steering direction is expressed by
a negative value. The phase current value computing unit 73
computes three-phase detected current values I on the basis of
the detection signals Si output from the current sensors 52.
The microcomputer 51 has a torque differential value com-
puting unit 74 that computes a torque differential value dt that
is a first-order time differential value of the detected steering
torque value T, and a motor angular velocity computing unit
75 that computes a motor angular velocity  that is a first-
order time differential value of the detected motor rotation
angle value Om.

The detected steering torque value T computed by the
torque computing unit 70, the detected vehicle speed value V
computed by the vehicle speed computing unit 71, the torque
differential value dt computed by the torque differential value
computing unit 74, and the motor angular velocity ® com-
puted by the motor angular velocity computing unit 75 are
input into a current command value computing unit 76. The
current command value computing unit 76 computes a cur-
rent command value [* based on the detected steering torque
value T, the detected vehicle speed value V, the torque differ-
ential value dt, and the motor angular velocity . The current
command value I* is a target value of a current applied to the
motor 30. In the present embodiment, the current command
value I* corresponds to an assist command value that is a
target value of an output torque of the motor 30.

As illustrated in FIG. 3, the current command value com-
puting unit 76 has a basic assist computing unit 80 that com-
putes a basic current command value 11* based on the
detected steering torque value T and the detected vehicle
speed value V. The basic current command value 11* is abasic
component of the current command value I* for causing the
motor 30 to generate an appropriate output torque corre-
sponding to the detected steering torque value T and the
detected vehicle speed value V. The basic current command
value 11* corresponds to a basic assist command value. The
basic assist computing unit 80 has a map that indicates the
relationship among the detected steering torque value T, the
detected vehicle speed value V, and the basic current com-
mand value 11* as illustrated in FIG. 4, and computes the
basic current command value 11* based on the map. The map
is set such that the basic current command value I1* has a
positive correlation with the detected steering torque value T,
and the basic current command value 11* has a negative
correlation with the detected vehicle speed value V. When the
basic current command value I1* is computed, the basic assist
computing unit 80 computes an assist gradient Rag that rep-
resents the rate of change in the basic current command value
11* with respect to a change in the detected steering torque
value T at the time at which the basic current command value
11* is computed. The assist gradient Rag may be expressed by
the gradient of a tangent to a map curve illustrated in FIG. 4.
That is, when the basic current command value I1* is com-
puted from a detected steering torque value t1 based on a map
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curve M illustrated in FIG. 4, the basic assist computing unit
80 computes a gradient of a tangent L at the detected steering
torque value t1 in the map curve M, as the assist gradient Rag.

As illustrated in FIG. 3, the current command value com-
puting unit 76 has a filter unit 81 that executes a filtering
process on the torque differential value dt. The current com-
mand value computing unit 76 also has a torque differential
compensation unit 82 that computes a torque differential
compensation value 12* based on a torque differential value
dt' obtained through the filtering process, and a damping
compensation unit 83 that computes a damping compensation
value 13* based on the motor angular velocity m. The torque
differential compensation value 12* and the damping com-
pensation value I13* are compensation components for the
basic current command value I1*. The torque differential
compensation value 12* is a compensation component for
securing the stability of a control system or for suppressing
reverse input vibrations transmitted from the steered wheels 4
to the steering mechanism 2. The damping compensation
value I3* is a compensation component for suppressing a an
abrupt change in the rotation angle of the motor to suppress a
an abrupt change in the steering angle to improve the steering
feel.

The filter unit 81 has a low-pass filter that removes a high-
frequency component of the torque differential value dt as
illustrated in a gain diagram in FIG. 5. The filter unit 81 is
configured such that the filter characteristic of the filter unit
81 may be changed. Specifically, the filter unit 81 has a first
filter characteristic LF1 that is indicated by a continuous line
in FIG. 5, and of which the cutoff frequency is set to fc1, and
a second filter characteristic LF2 of which the cutoff fre-
quency is set to fc2 that is lower than fc1. In the filter unit 81,
the filter characteristic is selectively switched to one of the
first filter characteristic LF1 and the second filter character-
istic LF2.

As illustrated in FIG. 3, the torque differential value dt'
obtained through the filtering process by the filter unit 81 and
the assist gradient Rag computed by the basic assist comput-
ing unit 80 are input into the torque differential compensation
unit 82. The torque differential compensation unit 82 com-
putes the torque differential compensation value 12* based on
the torque differential value dt' and the assist gradient Rag.
Specifically, as illustrated in FIG. 6, the torque differential
compensation unit 82 has a basic compensation value com-
puting unit 82a that computes a basic compensation value
126*, which is a basic component of the torque differential
compensation value 12*, based on the torque differential
value dt', and a gain computing unit 825 that computes a gain
G based on the assist gradient Rag.

The basic compensation value computing unit 82a has a
map that indicates the relationship between the torque differ-
ential value dt' and the basic compensation value 126* as
illustrated in FIG. 6, and computes the basic compensation
value 126* based on the map. The map is set such that the
basic compensation value 125* has a positive correlation with
the torque differential value dt'.

The gain computing unit 825 has a first map M10 and a
second map M11 respectively indicated by a continuous line
and an alternate long and short dash line in FIG. 6, as maps
each indicating the relationship between the assist gradient
Rag and the gain G. The first map M10 and the second map
M11 are set such that the gain G has a positive correlation
with the assist gradient Rag. Specifically, in the first map M10
and the second map M11, when the absolute value of the
assist gradient Rag is smaller than a prescribed value Ragl
(>0), the gain G is set to zero. In the first map M10 and the
second map M11, when the absolute value of the assist gra-
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dient Rag is equal to or larger than a prescribed value Rag2
(>Ragl), the gain G is held at a constant value. Further, in the
first map M10 and the second map M11, when the absolute
value of the assist gradient Rag is equal to or larger than the
prescribed value Ragl and smaller than the prescribed value
Rag2, the gain G has a positive correlation with the assist
gradient Rag. The second map M11 is set such that the abso-
lute value of the computed gain G is smaller than that in the
first map M10. The gain computing unit 825 computes the
gain G based on one of the first map M10 and the second map
Mi1.

The basic compensation value 125* computed by the basic
compensation value computing unit 82« and the gain G com-
puted by the gain computing unit 825 are input into a multi-
plier 82¢. The multiplier 82¢ multiplies the basic compensa-
tion value 126* by the gain G to compute the torque
differential compensation value 12*. The torque differential
compensation unit 82 outputs the torque differential compen-
sation value 12* computed by the multiplier 82¢ to an adder
84 illustrated in FIG. 3.

In the torque differential compensation unit 82, when the
second map M11 is used in the gain computing unit 825, the
absolute value of the torque differential compensation value
12* is set smaller than that when the first map M10 is used in
the gain computing unit 826. Thus, the effects of torque
differential compensation are reduced.

The damping compensation unit 83 has a first map M20
and a second map M21 respectively indicated by a continuous
line and an alternate long and short dash line in FIG. 7, as a
map indicating the relationship between the motor angular
velocity ¢ and the damping compensation value 13*. In the
first map M20, when the absolute value of the motor angular
velocity w is smaller than a prescribed value w1, the damping
compensation value 13* is set to zero. In the first map M20,
when the absolute value of the motor angular velocity o is
equal to or larger than the prescribed value w1, the damping
compensation value I13* is set to have a negative correlation
with the motor angular velocity . The second map M21 is set
such that the absolute value of the computed damping com-
pensation value 13* is larger than that in the first map M20.
That is, in the damping compensation unit 83, when the
second map M21 is used, a higher damping effect is obtained
than when the first map M20 is used. The damping compen-
sation unit 83 computes the damping compensation value 13*
based on one of the first map M20 and the second map M21.

As illustrated in FIG. 3, the basic current command value
11* computed by the basic assist computing unit 80, the
torque differential compensation value 12* computed by the
torque differential compensation unit 82, and the damping
compensation value 13* computed by the damping compen-
sation unit 83 are input into the adder 84. The adder 84 adds
together the basic current command value [1*, the torque
differential compensation value 12*, and the damping com-
pensation value 13* to compute the current command value
I*. The current command value computing unit 76 outputs the
current command value [* computed by the adder 84 to a
current control unit 77 illustrated in FIG. 2.

As illustrated in FIG. 2, the current command value I*
computed by the current command value computing unit 76,
the detected motor rotation angle value 6m computed by the
motor rotation angle computing unit 72, and the detected
three-phase current values I computed by the current value
computing unit 73 are input into the current control unit 77.
The current control unit 77 converts the detected three-phase
current values [ into a d-axis current value and a g-axis current
value of a d/q coordinate system with the use of the detected
motor rotation angle value 6m. The current control unit 77
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executes current feedback control for causing the d-axis cur-
rent value and the g-axis current value to follow the current
command value I* to compute a d-axis voltage command
value and a g-axis voltage command value. Then, the current
control unit 77 converts the d-axis voltage command value
and the q-axis voltage command value into three-phase volt-
age command values with the use of the detected motor
rotation angle value Om. The current control unit 77 outputs
the control signal Sc based on the three-phase voltage com-
mand values to the drive circuit 50, thereby executing PWM
control on the drive circuit 50. Thus, driving electric power
according to the control signal Sc is supplied from the drive
circuit 50 to the motor 30, and the drive control of the motor
30 is executed.

The controller 5 includes power supply ICs 53, 54 that
supply operating electric power to the sensor ICs 60, 61,
respectively. The power supply ICs 53, 54 adjust a voltage
supplied from a power supply, such as an in-vehicle battery, to
operating voltages suitable for the sensor ICs 60, 61, and
apply the adjusted operating voltages to the sensor ICs 60, 61,
respectively. Thus, the operating electric power for the sensor
1Cs 60, 61 is secured. The power supply ICs 53, 54 execute
shutoff of power supply and restart of power supply to the
sensor ICs 60, 61 based on a command from the microcom-
puter 51.

Next, the operations of the sensor ICs 60, 61 will be
described. As illustrated in FIG. 8, when power supply to the
sensor ICs 60, 61 is started at time t1, the output signals
(voltage signals) from the sensor ICs 60, 61 change as illus-
trated in FIG. 8. That is, the sensor ICs 60, 61 ecach output the
malfunction diagnosis signal Sd having a predetermined
waveform for a predetermined period T1. Then, the sensor
1Cs 60, 61 each output the detection signal St after time 12 at
which the output of the malfunction diagnosis signals Sd is
completed.

When some sort of malfunction occurs in any one of the
sensor ICs 60, 61, the sensor IC 60, 61, which is malfunction-
ing, outputs the malfunction diagnosis signal Sd having a
waveform different from the predetermined waveform. Based
on this malfunction diagnosis signal Sd, the microcomputer
51 detects occurrence of a malfunction in the sensor IC 60, 61
on the basis of a change in the malfunction diagnosis signal
Sd output from each of the sensor ICs 60, 61.

Next, a method of detecting a malfunction in the sensor ICs
60, 61 and a method of computing the detected steering
torque value T, which are executed by the microcomputer 51,
will be described. As illustrated in FIG. 2, the microcomputer
51 includes a malfunction detector 78 that detects malfunc-
tions in the sensor ICs 60, 61 based on the detection signals St
and the malfunction diagnosis signals Sd output from the
sensor ICs 60, 61. The microcomputer 51 also has a FLAGS
register 79 in which a first flag F1 and a second flag F2 are set
by the malfunction detector 78.

When the sensor ICs 60, 61 are both operating properly, the
malfunction detector 78 compares the detection signals St
output from the sensor ICs 60, 61 from each other, thereby
monitoring whether a malfunction occurs in the sensor ICs
60, 61. When the sensor ICs 60, 61 are both operating prop-
erly, the torque computing unit 70 computes the detected
steering torque value T in a predetermined cycle based on at
least one of the detection signals St output from the sensor
1Cs 60, 61.

As described above, when the sensor ICs 60, 61 are both
operating properly, the controller 5 executes, as the normal
control, processes al), a2) described below.

al) Driving of the motor 30 is controlled while the detected
steering torque value T is updated in a predetermined sam-
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pling cycle based on at least one of the detection signals St
output from the sensor ICs 60, 61.

a2) Whether a malfunction occurs in the sensor ICs 60, 61
is monitored based on comparison between the detection
signals ST output from the sensor ICs 60, 61.

In the present embodiment, the normal control in which the
processes al), a2) is executed is the first control.

‘When the malfunction detector 78 detects a malfunction in
one of the sensor ICs 60, 61 by executing malfunction detec-
tion based on the comparison between the detection signals
St, the malfunction detector 78 outputs a malfunction detec-
tion signal Sel indicating the occurrence of the malfunction,
to the torque computing unit 70. When receiving the malfunc-
tion detection signal Sel from the malfunction detector 78,
the torque computing unit 70 determines the malfunctioning
sensor IC among the sensor ICs 60, 61 based on the malfunc-
tion detection signal Sel. After this, the torque computing
unit 70 computes the detected steering torque value T based
on only the detection signal St output from the properly
operating sensor IC in which no malfunction is detected.
When the malfunction detector 78 detects a malfunction in
one of the sensor ICs 60, 61, the malfunction detector 78 stops
power supply to the sensor IC in which a malfunction is
detected, and periodically executes shutoff of power supply
and restart of power supply to the properly-operating sensor
1C in which no malfunction is detected, through the use of the
power supply ICs 53, 54. Thus, the malfunction detector 78
causes the remaining sensor IC, in which no malfunction is
detected, to alternately output the detection signal St and the
malfunction diagnosis signal Sd, and monitors whether a
malfunction occurs in the remaining sensor IC based on the
malfunction diagnosis signal Sd.

Asdescribed above, when a malfunction in a first sensor IC
among the sensor ICs 60, 61 is detected, as backup control,
the controller 5 causes a second sensor IC in which no mal-
function is detected to alternately output the malfunction
diagnosis signal Sd and the detection signal St and monitors
whether a malfunction occurs in the second sensor IC based
on the malfunction diagnosis signal Sd while continuing the
drive control of the motor 30 based on the detection signal St.
In the present embodiment, the backup control is the second
control.

Next, the backup control will be described in detail with
reference to FIG. 9. Note that, for convenience of explanation,
the case where a malfunction is detected in the sensor IC 61
through malfunction detection based on the comparison
between the detection signals St and the sensor IC 60 is
operating properly will be described as one example.

Asillustrated in graph A in FIG. 9, the malfunction detector
78 temporarily stops the supply of electric power to the sensor
1C60, for example, at time t10 during execution of the backup
control, and then restarts the supply of electric power to the
sensor IC60 attime t11. Thus, as illustrated in graph B in FIG.
9, the sensor 1C60 is temporarily shut down and then starts
output of the malfunction diagnosis signal Sd. The sensor
1C60 outputs the malfunction diagnosis signal Sd over a
period from time t11 at which the supply of electric power is
restarted until time t12 at which the predetermined period T1
has elapsed from time t11. At this time, the malfunction
detector 78 determines whether the malfunction diagnosis
signal Sd output from the sensor IC60 has a predetermined
waveform. The malfunction detector 78 determines that the
sensor IC60 is operating properly when the malfunction diag-
nosis signal Sd has the predetermined waveform, whereas
determines that the sensor IC 60 is malfunctioning when the
malfunction diagnosis signal Sd does not have the predeter-
mined waveform.
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When the sensor IC60 is operating properly, as illustrated
in graph A and graph B in FIG. 9, the malfunction detector 78
continues supply of electric power to the sensor IC 60 from
time t12 to time t13 at which a predetermined period T2 has
elapsed from time t12, and thus the sensor IC60 outputs the
detection signal St from time t12 to time t13. The malfunction
detector 78 stops the supply of electric power to the sensor
1C60 again at time t13 and then restarts the supply of electric
power to the sensor IC60 at time t14. Thus, the sensor IC 60
is shut down at time t13 and then outputs the malfunction
diagnosis signal Sd again at time t14. At this time, the mal-
function detector 78 determines again whether the sensor
1C60 is malfunctioning on the basis of the malfunction diag-
nosis signal Sd output from the sensor IC60. Then, the mal-
function detector 78 alternately causes the sensor 1C60 to
output the malfunction diagnosis signal Sd and the detection
signal St by periodically executing stopping of the supply of
electric power to the sensor IC60 and restarting of the supply
of electric power. The malfunction detector 78 determines
whether the sensor IC60 is malfunctioning each time the
sensor 1C60 outputs the malfunction diagnosis signal Sd.

When a malfunction of the sensor IC60 is detected on the
basis of the malfunction diagnosis signal Sd output from the
sensor 1C60, the malfunction detector 78 outputs a malfunc-
tion detection signal Se2 to the current control unit 77 as
illustrated in FIG. 2. When the current control unit 77 receives
the malfunction detection signal Se2 from the malfunction
detector 78, the current control unit 77 executes fail-safe
control, for example, control of stopping the output of the
control signal Sc to the drive circuit 50 to stop the motor 30,
in order to ensure the safety of the electric power steering
system 1.

As illustrated in graph C in FI1G. 9, the malfunction detector
78 sets the first flag F1 to an on-state in a period from the time
point at which the supply of electric power to the sensor IC 60
is stopped to the time point at which it is confirmed that the
output of the detection signal St from the sensor 1C60 is
started. The malfunction detector 78 sets the first flag F1 to an
off-state during a period in which the sensor IC60 outputs the
detection signal St. The torque computing unit 70 computes
and holds the detected steering torque value T on the basis of
the set state of the first flag F1. When the sensor ICs 60, 61 are
both operating properly, the malfunction detector 78 sets the
second flag F2 of the FLAGS register 79 illustrated in FIG. 2
to the off-state. When the malfunction detector 78 detects a
malfunction in one of the sensor ICs 60, 61, the malfunction
detector 78 sets the second flag F2 to the on-state.

That is, as illustrated in graph D in FIG. 9, when the first
flag F1 is in the off-state, the torque computing unit 70
executes the computation and updating of the detected steer-
ing torque value T based on the detection signal St from the
sensor IC 60 in a predetermined sampling cycle. When the
second flag F2 is in the on-state, the torque computing unit 70
holds the immediately preceding value of the detected steer-
ing torque value T, as the detected steering torque value T.
Thus, for example, the detected steering torque value T is held
at the value computed immediately before time t13 during a
period from time t13 at which power supply to the sensor IC
60 is shut off to time t15 at which the output of the detection
signal St from the sensor IC 60 is started. Thus, the micro-
computer 51 is able to continue drive control of the motor 30
in both the period in which the sensor IC60 is shut down and
the period in which the malfunction diagnosis signal Sd is
output from the sensor 1C60.

Similarly, the backup control described above is executed
by the controller 5 when a malfunction is detected in the
sensor IC 60 through malfunction detection based on the
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comparison between the detection signals St during execu-
tion of the normal control and the properly operating sensor
1C is the sensor IC 61.

As described above, when a malfunction in the first sensor
IC among the sensor ICs 60, 61 is detected, the controller 5
executes, as the backup control, processes bl) to b3)
described below.

b1) The second sensor IC, which is properly operating, is
caused to alternately output the malfunction diagnosis signal
Sd and the detection signal St.

b2) Driving of the motor 30 is controlled based on the
updated detected steering torque value T while the periodic
computation and updating of the detected steering torque
value T are executed based on the detection signal St during a
period in which the detection signal St is output from the
second sensor 1C, which is operating properly.

b3) Whether a malfunction occurs in the properly-operat-
ing second sensor IC is determined based on the malfunction
diagnosis signal Sd during a period in which the malfunction
diagnosis signal Sd is output from the properly-operating
second sensor IC. Driving of the motor 30 is controlled based
onthe held detected steering torque value T while the detected
steering torque value T computed during a period in which the
detection signal St is output is held.

The controller 5 according to the present embodiment
switches the torque differential compensation value 12* and
the damping compensation value 13* between the values used
when the normal control is executed and the values used when
the backup control is executed. Next, a method of switching
the torque differential compensation value 12* and the damp-
ing compensation value 13* by the controller 5 will be
described.

As described above, when the sensor ICs 60, 61 are both
operating properly, the malfunction detector 78 according to
the present embodiment sets the second flag F2 of'the FLAGS
register 79 illustrated in FIG. 2 to the off-state. When a mal-
function is detected in one of the sensor ICs 60, 61, the
malfunction detector 78 sets the second flag F2 to the on-
state. As a result, the second flag F2 is set to the off-state when
the controller 5 executes the normal control, and is set to the
on-state when the controller 5 executes the backup control.
The set state of the second flag F2 is input into the current
command value computing unit 76. Specifically, as indicated
by a signal line indicated by F2 in FIG. 3, the set state of the
second flag F2 is input into the filter unit 81, the torque
differential compensation unit 82, and the damping compen-
sation unit 83. The filter unit 81 switches the filter character-
istic based on the set state of the second flag F2. The torque
differential compensation unit 82 and the damping compen-
sation unit 83 switch the computation maps based on the set
state of the second flag F2.

Next, a process for changing the filter characteristic, which
is executed by the filter unit 81, will be described with refer-
ence to FIG. 10. As illustrated in FIG. 10, the filter unit 81
determines whether the backup control is being executed
based on the set state of the second flag F2 (Step S10). When
it is determined that the backup control is not being executed
(Step S10: NO), that is, when the normal control is being
executed, the filter unit 81 sets the filter characteristic to the
first filter characteristic LF1 illustrated in FIG. 5 (Step S11).
On the other hand, when it is determined that the backup
control is being executed (Step S10: YES), the filter unit 81
sets the filter characteristic to the second filter characteristic
LF2 illustrated in FIG. 5 (Step S12).

Next, a process for changing computation maps that are
used in the torque differential compensation unit 82 and the
damping compensation unit 83 will be described with refer-
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ence to FIG. 11. As illustrated in FIG. 11, the torque difter-
ential compensation unit 82 and the damping compensation
unit 83 determine whether the backup control is being
executed based on the set state of the second flag F2 (Step
S20). When it is determined that the backup control is not
being executed (Step S20: NO), that is, when the normal
control is being executed, each of the torque differential com-
pensation unit 82 and the damping compensation unit 83 sets
the computation map to the first map (Step S21). Specifically,
the torque differential compensation unit 82 sets the gain
computation map to the first map M10 illustrated in FIG. 6.
The damping compensation unit 83 sets the compensation
value computation map to the first map M20 illustrated in
FIG. 7. On the other hand, when it is determined that the
backup control is being executed (Step S20: YES), each of the
torque differential compensation unit 82 and the damping
compensation unit 83 sets the computation map to the second
map (Step S22). Specifically, the torque differential compen-
sation unit 82 sets the gain computation map to the second
map M11 illustrated in FIG. 6. The damping compensation
unit 83 sets the compensation value computation map to the
second map M21 illustrated in FIG. 7.

Next, the operation of the electric power steering system 1
according to the present embodiment will be described. When
the controller 5 is executing the backup control, as illustrated
in FIG. 9, the periodic updating and holding of the detected
steering torque value T are alternately executed. Therefore,
there is a possibility that the control system will be more
unstable than when the normal control is being executed. That
is, when the controller 5 makes switchover between the state
where the detected steering torque value T is periodically
updated and the state where the detected steering torque value
T is held, the detected steering torque value and the manner of
a change in the detected steering torque value may change
abruptly. Thus, the torque differential value dt may change
abruptly. An abrupt change in the torque differential value dt
causes an excessive output of the torque differential compen-
sation value 12*. This may be a factor of destabilization of the
control system.

However, in the electric power steering system 1 according
to the present embodiment, during execution of the backup
control, the filter characteristic of the filter unit 81 illustrated
in FIG. 5 is switched from the first filter characteristic LF1 to
the second filter characteristic LF2, and a high-frequency
component in the torque differential value dt is removed.
Thus, it is possible to suppress an abrupt change in the torque
differential value dt' that is used for the computation by the
torque differential compensation unit 82. During execution of
the backup control, the computation map of the gain comput-
ing unit 825 illustrated in FIG. 6 is switched from the first map
M10 to the second map M11. That is, the gain G of the torque
differential compensation value 12* is decreased. The abso-
lute value of the torque differential compensation value 12* is
decreased with a change in the gain G. With the suppression
of an abrupt change in the torque differential value dt' and a
decrease in the absolute value of the torque differential com-
pensation value 12 *, it is possible to suppress an excessive
output of the torque differential compensation value 12*,
whereby it is possible to secure the stability of the control
system.

Inthe electric power steering system 1, during execution of
the backup control, the computation map of the damping
compensation unit 83 illustrated in FIG. 7 is switched from
the first map M20 to the second map M21. That is, the abso-
Iute value of the damping compensation value I3* is
increased. Thus, it is possible to suppress an abrupt change in
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the angular velocity of the motor 30 with execution of the
backup control, whereby it is possible to improve the stability
of the control system.

In this way, in the electric power steering system 1, it is
possible to secure the stability of the control system even
during execution of the backup control. Thus, vibrations of
the steering mechanism 2 due to assist torque are suppressed,
whereby it is possible to reduce an uncomfortable feeling that
is given to a driver.

As described above, with the electric power steering sys-
tem 1 according to the present embodiment, the following
advantageous effects are obtained.

1) When the sensor ICs 60, 61 of the torque sensor 6 are
both operating properly, the controller 5 controls, as the nor-
mal control, driving of the motor 30 while updating the
detected steering torque value T based on the detection signals
St output from the sensor ICs 60, 61 in a predetermined
sampling cycle. On the other hand, when a malfunction is
detected in the first sensor IC among the sensor ICs 60, 61, the
controller 5 causes the second sensor IC, in which no mal-
function is detected, to alternately output the malfunction
diagnosis signal Sd and the detection signal St. When the
malfunction is detected, as the backup control, the controller
5 executes the drive control of the motor 30 while periodically
updating the detected steering torque value T during a period
in which the detection signal St is output from the second
sensor IC, whereas the controller 5 5 executes the drive con-
trol of the motor 30 while holding the detected steering torque
value T during a period in which the malfunction diagnosis
signal Sd is output from the properly-operating sensor IC.
Then, the controller 5 monitors whether a malfunction occurs
in the second sensor IC based on the malfunction diagnosis
signal Sd. Thus, even when only one sensor IC is operating
properly, it is possible to continue the drive control of the
motor 30 while monitoring whether a malfunction occurs.

2) During execution of the backup control, the controller 5
makes the absolute value of the torque differential compen-
sation value 12* smaller than that during execution of the
normal control. Thus, when the backup control is being
executed, an excessive output of the torque differential com-
pensation value 12* is suppressed, whereby it is possible to
secure the stability of the control system.

3) During execution of the backup control, the controller 5
makes the cutoff frequency of the filter unit 81 smaller than
that during execution of the normal control. Thus, it is pos-
sible to suppress an abrupt change in the torque differential
compensation value 12*, whereby it is possible to secure the
stability of the control system.

4) During execution of the backup control, the controller 5
makes the absolute value of the damping compensation value
13* larger than that during execution of the normal control.
Thus, it is possible to suppress an abrupt change in the angular
velocity of the motor 30 with execution of the backup control,
whereby it is possible to improve the stability of the control
system.

5) The controller 5 switches the maps for computing the
compensation values 12*, 13* in order to switch the torque
differential compensation value 12* and the damping com-
pensation value 13* between the values used when the normal
control is executed and the values used when the backup
control is executed. Thus, it is possible to easily change the
compensation values 12*, 13*.

Next, a second embodiment of the invention will be
described. Hereinafter, description will be provided mainly
on the difference from the first embodiment.

As illustrated in FIG. 12, a current command value com-
puting unit 76 according to the present embodiment includes
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a steering return compensation unit 85 that computes a steer-
ing return compensation value 14* based on the motor angular
velocity (0. The steering return compensation unit 85 outputs
the steering return compensation value 14* when it is deter-
mined that the steering wheel 20 is returned by a known
device or a known method. The steering return compensation
value 14* is a compensation component for returning the
steering wheel 20 to the neutral position.

As in the first embodiment, when the absolute value of the
damping compensation value 13* is increased during execu-
tion of the backup control, itis possible to suppress vibrations
of'the steering mechanism 2 due to assist torque, but the effect
of the steering return compensation value is reduced as a
trade-off. That is, the return performance of the steering
wheel 20 to the neutral position is lowered. Thus, in the
present embodiment, when the backup control is executed,
the absolute value of the steering return compensation value
14* is made larger than that when the normal control is
executed.

Specifically, the steering return compensation unit 85 has a
first map M30 and a second map M31 respectively indicated
by a continuous line and an alternate long and short dash line
in FIG. 13 as maps indicating the relationship between the
motor angular velocity o and the steering return compensa-
tion value 14*. The first map M30 is set according to c¢1) to c5)
described below.

c1) When the absolute value of the motor angular velocity
 is smaller than a prescribed value w2 (>0), the steering
return compensation value 14* is set to zero.

c2) When the absolute value of the motor angular velocity
 is equal to or larger than the prescribed value w2 and
smaller than a prescribed value w3 (>w2), the steering return
compensation value 14* has a positive correlation with the
motor angular velocity .

¢3) When the absolute value of the motor angular velocity
 is equal to or larger than the prescribed value w3 and
smaller than a prescribed value w4 (>w3), the absolute value
of the steering return compensation value 14* is held at a
constant value a (>0).

c4) When the absolute value of the motor angular velocity
 is equal to or larger than the prescribed value w4 and
smaller than a prescribed value w5 (>w4), the steering return
compensation value 14* has a negative correlation with the
motor angular velocity .

¢5) When the absolute value of the motor angular velocity
 is equal to or larger than the prescribed value w5, the
absolute value of the steering return compensation value 14*
is held at a constant value b (<a). The second map M31 is set
such that the absolute value of the computed steering return
compensation value 14* is larger than that in the first map
M30. That is, in the steering return compensation unit 85,
when the second map M31 is used, the assist torque for
returning the steering wheel 20 to the neutral position acts
more largely than when the first map M30 is used. The steer-
ing return compensation unit 85 computes the steering return
compensation value 14* based on one of the first map M30
and the second map M31.

As illustrated in FIG. 12, the set state of the second flag F2
of the FLAGS register 79 is input into the steering return
compensation unit 85. The steering return compensation unit
85 executes a process illustrated in FIG. 11 based on the set
state of the second flag F2. That is, when it is determined that
the backup control is not being executed based on the set state
of'the second flag F2 (Step S20: NO), that is, when the normal
control is being executed, the steering return compensation
unit 85 sets the computation map to the first map M30. On the
other hand, when it is determined that the backup control is
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being executed based on the set state of the second flag F2
(Step S20: YES), the steering return compensation unit 85
sets the computation map to the second map M31.

Next, the operation of the electric power steering system 1
according to the present embodiment will be described. In the
electric power steering system 1 according to the present
embodiment, during execution of the backup control, the
computation map of the steering return compensation unit 85
illustrated in FIG. 13 is switched from the first map M30 to the
second map M31. That is, the absolute value of the steering
return compensation value 14* becomes larger. Thus, it is
possible to secure the return performance of returning the
steering wheel 20 to the neutral position, whereby it is pos-
sible to improve the steering performance of the vehicle.

As described above, with the electric power steering sys-
tem 1 according to the present embodiment, in addition to the
advantageous effects 1) to 5) of the first embodiment, the
following advantageous effects 6), 7) are obtained.

6) During execution of the backup control, the controller 5
makes the absolute value of the steering return compensation
value 14* larger than that during execution of the normal
control. Thus, it is possible to secure the return performance
of returning the steering wheel 20 to the neutral position
during execution of the backup control whereby it is possible
to improve the steering performance of the vehicle.

7) The controller 5 switches the maps for computing the
steering return compensation value 14* in order to switch the
steering return compensation value 14* between the value
used when the normal control is executed and the value used
when the backup control is executed. Thus, it is possible to
easily change the steering return compensation value 14%*.

The invention is may be implemented in the other embodi-
ments described below. In the second embodiment, the steer-
ing return compensation value 14* is computed based on the
motor angular velocity w. However, the method of computing
the steering return compensation value [4* may be changed as
needed. For example, the steering return compensation value
14* may be computed based on the steering angle of the
steering wheel 20. In this case, a map in which the steering
return compensation value 14* has a negative correlation with
the steering angle is prepared, and the steering return com-
pensation value 14* is computed based on the map. That is,
any method of computing the steering return compensation
value 14* may be employed as long as the steering return
compensation value 14* for returning the steering wheel 20 to
the neutral position is computed as the compensation value
for the basic current command value I1*.

In the above-described embodiments, the value immedi-
ately before power supply to the sensor ICs 60, 61 is shut off
is used as the value at which the detected steering torque value
T is held. However, any value may be used as long as the value
is based on the detected steering torque value T computed
during a period in which the detection signals St are output
from the sensor ICs 60, 61. For example, the average value of
the detected steering torque values T during a period in which
the detection signals St are output may be used.

In the above-described embodiments, both the torque dif-
ferential compensation value 12* and the damping compen-
sation value I3* are used as the compensation values for the
basic current command value 11*. However, only one of the
torque differential compensation value 12* and the damping
compensation value I3* may be used.

In the above-described embodiments, the torque differen-
tial compensation value 12* is computed based on the torque
differential value dt' and the assist gradient Rag. However,
the torque differential compensation value 12* may be com-
puted based on only the torque differential value dt'. In this
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case, for example, two computation maps indicating the rela-
tionship between the torque differential value dt' and the
torque differential compensation value 12* are prepared.
Then, the torque differential compensation unit 82 the com-
putation maps between the map used when the normal control
is executed and the map used when the backup control is
executed. The map used when the backup control is executed
is set such that the absolute value of the computed torque
differential compensation value 12* is smaller than that in the
map used when the normal control is executed.

In the above-described embodiments, the filter unit 81 that
removes the high-frequency component of the torque differ-
ential value dt is provided. However, the filter unit 81 may be
omitted. That is, the torque differential value dt computed by
the torque differential value computing unit 74 may be input,
as it is, to the torque differential compensation unit 82.

In the above-described embodiments, the current com-
mand value [* is computed based on the detected steering
torque value T and the detected vehicle speed value V. How-
ever, the current command value I* may be computed based
on only the detected steering torque value T.

In the above-described embodiments, the damping com-
pensation value I3* is computed based on the map illustrated
in FIG. 7. However, for example, when the relationship
between the motor angular velocity o and the damping com-
pensation value 13* is defined by a computation expression,
the damping compensation value I3* may be computed based
on the computation expression. Similarly, the basic current
command value I1*, the torque differential compensation
value 12*, or the steering return compensation value 14* may
be computed by a computation expression. When the com-
pensation values 12* to 14* are computed based on the com-
putation expressions, the computation expressions for the
compensation values 12* to 14* are switched between the
computation expressions used when the backup control is
executed and the computation expression used when the nor-
mal control is executed. Thus, the same advantageous effects
as those in the above-described embodiments are obtained.

In the above-described embodiments, the sensor ICs 60, 61
output the malfunction diagnosis signals Sd spontaneously in
response to the start of power supply to the sensor ICs 60, 61.
However, the configuration for causing the sensor ICs 60, 61
to output the malfunction diagnosis signals Sd may be
changed as needed. For example, the sensor ICs 60, 61 may
output the malfunction diagnosis signals Sd based on a com-
mand from the microcomputer 51. In this case, it is not nec-
essary to shut down the sensor ICs 60, 61, and thus the
detected steering torque value tis held only during a period in
which the malfunction diagnosis signals Sd are output from
the sensor ICs 60, 61. That is, the controller 5 holds the
detected steering torque value T at least during a period in
which the malfunction diagnosis signal Sd is output from the
torque sensor 6.

In the above-described embodiments, the controller 5
executes the normal control and the backup control. However,
the control that is executed by the controller 5 is not limited to
the normal control and the backup control. The controller 5
may be execute any control as long as the controller 5
executes the first control of controlling driving of the motor
30 while continuously executing the updating of the detected
steering torque value tin a predetermined sampling cycle and
the second control of controlling driving of the motor 30
while alternately executing the periodic updating and holding
of the detected steering torque value T.

In the above-described embodiments, the torque differen-
tial compensation value 12*, the damping compensation
value 13*, and the steering return compensation value [4* are
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described as examples of the compensation value for the basic
current command value 11*. However, other compensation
values may be used.

In the above-described embodiments, the microcomputer
51 has the torque computing unit 70. However, each of the
sensor ICs 60, 61 may have a torque computing unit. In this
case, the control unit is formed of the torque computing units
of the sensor ICs 60, 61 and the microcomputer 51.

In the above-described embodiments, a brushless motor is

used as the motor 30. Alternatively, a brushed motor may be 10

used as the motor 30. The electric power steering system 1
according to the above-described embodiments is an electric
power steering system that applies assist torque to the steering
shaft 21. However, the invention may be applied to, for
example, an electric power steering system that applies assist
force to the rack shaft 23.

What is claimed is:

1. An electric power steering system comprising:

amotor that applies assist force to a steering mechanism of
a vehicle;

atorque sensor that outputs a detection signal correspond-
ing to a steering torque applied to the steering mecha-
nism; and

a controller that controls driving of the motor to cause an
output torque of the motor based on an assist command
value, wherein

the controller

(1) computes a steering torque value based on the detec-
tion signal;

(i1) computes the assist command value by providing
compensation to a basic assist command value using a
compensation value, the basic assist command value
being calculated based on the steering torque value;

(iii) switches a control mode between (a) a first control
mode in which driving of the motor is controlled
based on a steering torque value that is periodically
updated continuously in a predetermined sampling
cycle and (b) a second control mode in which driving
of the motor is controlled based on at least a held
steering torque value that is held from a previous
periodic update, the controller executing the second
control mode during a period when the steering torque
value alternates between being periodically updated
continuously and being held from a previous periodic
update; and

(iv) switches the compensation value between a com-
pensation value that is used when the first control is
being executed and a compensation value that is used
when the second control is being executed.

2. The electric power steering system according to claim 1,

wherein the controller further includes
a torque differential compensation unit that computes, as
the compensation value, a torque differential compen-

sation value based on a torque differential value that is a

first-order time differential value of the steering torque,

and

when the second control mode is being executed, the con-
troller makes an absolute value of the torque differential
compensation value smaller than the absolute value of
the torque differential compensation value when the first
control mode is being executed.

3. The electric power steering system according to claim 2,

wherein the controller further includes

a filter unit formed of a low-pass filter that removes a
high-frequency component of the torque differential
value, and
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the controller computes the torque differential compensa-
tion value based on a torque differential value obtained
through a filtering process executed by the filter unit, and

when the second control mode is being executed, the con-
troller makes a cutoff frequency of the filter unit lower
than a cutoff frequency of the filter unit when the first
control mode is being executed.

4. The electric power steering system according to claim 1,
wherein the controller further includes

a damping compensation unit that computes, as the com-

pensation value, a damping compensation value that

suppresses the rotation of the motor more as an absolute

value of an angular velocity of the motor becomes larger,
and

when the second control mode is being executed, the con-

troller makes an absolute value of the damping compen-
sation value larger than the absolute value of the damp-
ing compensation value when the first control mode is
being executed.

5. The electric power steering system according to claim 4,
wherein the controller further includes

a steering return compensation unit that computes, as the

compensation value, a steering return compensation
value for returning a steering wheel of the vehicle to a
neutral position,

and

when the second control mode is being executed, the con-

troller makes an absolute value of the steering return
compensation value larger than an absolute value of the
steering return compensation value when the first con-
trol mode is being executed.

6. The electric power steering system according to claim 1,
wherein:

the controller computes the compensation value based on

at least one map; and

the controller switches the maps to change the compensa-

tion value depending on the control mode.

7. The electric power steering system according to claim 1,
wherein:

the torque sensor has two detectors that each output the

detection signal;
each of the two detectors is able to alternately output a
malfunction diagnosis signal and the detection signal;

when the two detectors are both operating properly, the
controller (i) controls driving of the motor in the first
control mode. and (ii) monitors whether a malfunction
occurs in the two detectors based on a comparison
between the detection signals output from the two detec-
tors; and

when a malfunction is detected in a first one of the detec-

tors, the controller (i) causes a second detector, in which
no malfunction is detected, to alternately output the
detection signal and the malfunction diagnosis signal,
(ii) controls driving of the motor in the second control
mode at least during a period in which the malfunction
diagnosis signal is output from the second detector, and
(iii) monitors whether a malfunction occurs in the sec-
ond detector based on the malfunction diagnosis signal.

8. The electric power steering system according to claim 1,
wherein the controller controls driving of the motor in the
second control mode if a malfunction is detected in the torque
sensor.

9. The electric power steering system according to claim 8,
wherein the held steering torque value is the steering torque
value that is computed immediately before a power supply to
the torque sensor is cut off.
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10. The electric power steering system according to claim
1, wherein the controller controls driving of the motor in the
second control mode during a period when the torque sensor
outputs a malfunction diagnosis signal.

11. The electric power steering system according to claim
1, wherein the controller calculates the compensation value
based on one or both of (i) a time differential value of the
steering torque, and (ii) an angular velocity of the motor.

12. The electric power steering system according to claim
11, wherein the controller calculates the compensation value
based on both of (i) the time differential value of the steering
torque, and (ii) the angular velocity of the motor.

13. The electric power steering system according to claim
12, wherein the controller further calculates the compensa-
tion value based on (iii) a rate of change in the basic assist
command value.

14. The electric power steering system according to claim
1, wherein the basic assist command value is further calcu-
lated based on a detected vehicle speed.

15. The electric power steering system according to claim
1, wherein the steering torque value changes abruptly in the
period when the steering torque value alternates between
being periodically updated continuously and being held from
a previous periodic update.

16. The electric power steering system according to claim
1, wherein a time differential value of the steering torque
value changes abruptly in the period when the steering torque
value alternates between being periodically updated continu-
ously and being held from a previous periodic update.
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